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SUMMARY
Railrocad: Alton .
Date: June 23, 1941 )
Location: ¥ilmington, Ill.
Kind of accident: Head-end collision
Trains involved: Freight : Passenger
Train numbers: 103 1 14
Engine numbers: 2277 : 5293
Consist: 42 cars, cabocse @ 5 cars
Speed: 4-5 m. . h. : Nearly stopped
Operasicn: Timetatle, train orders and an zuto-

matic block-signal and autcmatic
raein-sscp syctem

Track: Singlie; 1°458'50" curve, 0.27 percent
descending grade soutinward

Weather: Clear

Time: Lbout 8:22 a. m.

Cacgualties: 223 injured

Cause: Accident caused ty failure to obey an

5

automatic tlock-signal indication,
failure properly to con*rol speed of
train after fcrestelling operation of
an automatic train-stop cevice, and
failure of an inferilor train to clear
time of an oprosing superior train and
then to furnich fiag protection

Recommendation: That the Alton Fellroed Company take ‘
necessary measures to insure that its
cpverating rules andg its instructilons
concerning use of fcrestalling device
of autcmatic train-stom cystem are
nroperliy enforced and observed, and
acvise the Commission accordingly
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INTERSTATE COMMERCE TOMMISSICN

INVESTIGATICY NC. 25GC8

IN THE MATTER CF MAKING ACCIDENT INVESTIGATION REPCRTS
UNDER THE ACCIDENT RIPCATS ACT CF MaY €, 1910.

THE ALTOX RAILRCAD CCMPANY

Accident at Wilmington, I11., cn June 23, 1941, caused by
ailure to cbey an autcmatic blocli-siegnal indication,
failure properly to contrcl speed of train after
forestalling opzration c¢f an automatlc train-stop
device, and failure cf inferior *%rein to clear time
of an oppecsing superior train and then to furnish
fleg protscticn.

PATTERSON, Comricsioner:

Cn June 23, 1941

a frelght trein and a c
at Wilrmineten, I21., vh
passeng‘:s 1 “a:;vav m
) T

’ sen

, there was & head-end collision between

assenger train con the Alton Railroad
ica resulted in tne injury of 13

211 clerz, 5 emprloyeces off duty, and

his eccident wee inveetigeted in con-
tatve of the Illinoils Commerce

o

4 empi. # on dh']
wuncu_:_ WILD oA reor

Unier aushority cf section 17 (2) of the Interstate Commerce
Act the sbove-entitlicd procceding was referred by the Com-
mission to Cecmulesioner Patterccn for coneideration and dis-
pesiticn.
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Location and Method of Cperation

This accident occurred on that part of the Eastern Division
designated as Sub-Division Ne. 1, which extends between Bloom-
ington and Chicago, Ill., a distance of 126.6 miles. In the
vicinity of the polnt of accident this 1s a single-track line
over which trains are operated by timetable, train orders and
an automatic block-signal and automatic train-stop system. At
Wilmington a sidinz 4,541 feet in length narallels the main
track con the east; 1ts north switch 1s 3,£83 feet north of the
station. A facing-point crossover for south-bound trains con-
nects the main track and the sicaing; the north switch of the
creossover 1s 958 feet north cf the station. The accident
cccurred on the main ftracz at &« point 1,498 feet north of the
station and 54" feet nortn of the north ewitch of the crossover.
As the pelnt of accident is apvreached frcm the north there 1is
a tangent more than 1 mile in length, whicn is followed Dy a
10448'50" curve tc tne right 1,188 feet to the polnt of accident
and 2,080 feet teyond. Ag the pcint of wccident is approached
from the scuth there are, in successicn, a tangent about 1 mile
in length, a 193C' curve to tne right 1,487 fect, a tangent 884
feet, and the curve on which the accident occurred. The grade
for scuth-beocund trains is 0.27 percent descending at the point
of accldent.

At the north end of the curve inveolved tne track is laid in
a cut 2,860 fezt in lengtn. At the point of accident thne east
and the west walls of this cut are, respectively, 9.45 and 8.65
feet atove the level of the west rail. The walls of the cut
are covered with vegetation wnich rises to a height of about
4 feet.

The automatic block-signal system is of the overlap type
and consists of intermediate signals betwcen stations and
double-location signals at sidings. The cignals are of the 3-
indication, color-light type, approach lighted. The aspects,
indications and names are as follows:

Aspeet Indicatlion Neme
Green Proceed Clear signal
Yellow Proce=d prepared to step Approach signal

at next signal. Train exceed-
ing medium speed must at once
reduce %to taat aspeed.

Red Stop; then proceed in Stop and proceed
accordance with autcmatic signal

block signal rules.
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Signals 94 and 22, govering northwarc movements, are located,
respectively, 8,440 and 2,569 feet south of the north crosscver
switch, and signels 21 and 93, governinz couthward movements, are
located, respectively, 9,548 and 2,982 fect north of thls switch.
The controls of tne ¢ gndls are so arranged that, 'Vhen a north-
tound train reaches a point 28,075 feet soutn of sigrnal 93, sig- .
nals €1 ancd 23 will cdisplay avprcach for a south—uound train
eatering its approacn-lizhting circuit and, when a nocrth-bound
train resches a roint 1,500 fcet qou*h of eignal 92, eignal 91l will

continue to display ac p”OCCh and sirngl 93 will display stop-and-

prozeed for a scuth- bound train Pﬂu?”lﬂ? its apcroack-lighting
circuit; whken a south-tound trein vasses a coint 23,418 feet norta
¢f silgnal €2, signals 94 and 92 will display aprroach for a north-
tound ftrain entering its approach-lighting circuit and, vhen a
south~bound trein passes a point 8,881 feet north of qlan 11l 92,
signul 94 vill continue to display apvroach and signeal 82 wil dls—
play stop-end-procecd for s ncrin-bound train entering 1ts ap-
vroach-lighting circuit.

The autometic train-stop system is of the intermittent-induc-
tive tyve. Track magnets are located batveen the rails adjacent
tc The signals. Englneq sre cgouinoed with forestallling devices.

IT » signal displars a recstricvive indication fcr o train, an
avrlication of the brakes sufficiont tec 3%0op the train will occur
unless the anplication 1s forestalled br the engineman. The rules
provide that enginemen must not forestall applicaticn of the brakes

until after signal indication has been observed and obeyed. When
a brake apvlication has been forestalled, the train may procced
uncder the control of the engineman in accordance with operating
rules.

The timetable provides as follows:

Medium Speed- On-~-half the normal cpeed, not to excea=d
thirty (3C) miles per hour.

Restricted Speed- Proce d not to exceed ten (10) miles
per hour nrepared tc stop short of
train, obstruction, or anything that
may rcquire the epeed of 2 ftrain to
be reduced.

Rule 227 is revised to read- "On single track when a
Ttrain is stopped by an auvcmatic block, stop and pro-
ceed signal, 1t may orccecd@ when a proceed indication
ig displayed. If a proceed incicaticn is not dis-
played anc there are no train orders or time table re- ‘
strictions affecting its movement 1t may, aftecr wait-
ing one minute, procced at restricted gpecd not ex-
ceeding ten (10) milcs ner hour to the next automatic
tlock siznal in &dvance in the Cirection in which
train is moving exvecting to find a train in the block,
broken rail, mtructlon cor switch not properly set.



Rules of the Operating Degpartment read in whole cr

-

in

part as folliows:

3.

gr.

Note:

Watches of conductore,
brakemen * * ¥ must be compared, before
starting on each trip, or going on dGuty,
with a clock designated as a Standard

clock. *

enginemen, firemen,

oF Gk

An inferior train wmust zeep out of the

vay of coprosing superior trains and fail-
ing to clear the maln treck oy the time
required by rule must be proteccted as pre-
scribed by Rule 99

A

At meeting points between trains of
ifferent classes the inferior tTrailn
must talke the siding and clear the

Uil
superior train at lecast five minutes,
k]

w® aF

Forms of Train Orders

In the forms of train orders, the vords and
figures * % ¥ (uynderscored) are examples,
indicating the manner in which the orders
are to be filled out.

% o %

Form

™

E. Timec Orders.

W
Examplecs

"
e

%
¥

LI

.)
M

g
N

Tng 361 wait at "H'" until
117 Eng 35.

=

. 86
. Tor No.

o
“

z

Under (&), the train first named mus*% not pass
the designated neoint before tiae time given, unless
the other *rzin naes -~rrived. The train last named
is reguire) to run vvltTh respect to the tire speci-
fied, at *he deszifgnated noint or anv ino. . <iate
station wh.re acheauvie time is car-icr t.ie
time specaitied in tane crder, as befcre reguired to
run with respect to the schedule time cf the train
first named.

P

o
4

i
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voint cf accident the maxinum
ger tralns 1s 70 miles per hour and
traing 30 mlles per nhour.

In the vicinity of ¢t
authorizel speed fcr vass
for siow freignt and Joca

Because of %the cut and traﬂk curveture, tae view from
either a north-bound or a scuti-*oud e.cine of ohe noint whe‘e.
the accident occurred is recztricied o €00 fest.

No. 14, a ncrth-bound firsit-clase rassengsr train, vith
Conductor OsTorn and Enp*ne‘an Brever in c¢heco.a, cour =had of
engine 5293, three Taggsesgs cars, ore begize - .ol «r 1 one
coach, 1in the order nﬂrcu. Trs firgt acw wh'w can 7= 3 of
steel-underframe constructior and th? resainres we-- o 211-
steel construction. "nisg trein departed frcem 2lccmington, 74.1
miles south of Wilmingtcn, &t A:1C a. m., accordirng to the train

€

sheet, cn Time. At Braidwvocé, 4.€ miles scuth of Wilmington,
the crew receivsd copics of train crder Ne. 13, Form 1S, which
read as follecws:
Mo. 14 Zrg 52¢Z Wal t crossover in
Paseing track Wilairs
am fcr lic 103 Enz 297

This train derarted fror 2raidwood at £€:C0% a. m., & minutes
late, and arrived at "ilrington at 3:1Z a. =., wqewe the crew
received coriles cf a clearancs card bezring tne follovwinz 1in-

fcrmation:

lcck signel is at stop fcr train No
14 vait &t crcesover until 8:20 a. m.
for No 1(3

0]

No. 14 departed froam Wilmingtcn about
8:22 a. m. 1t had reached a pcint £40
cver where 1t collided with Nc. 105.

g
3

121 a. m., and about
fect

north cf *the cross-

No. 103, a south-bound third-ciass frelgnt train, vith
Ccnductor Conroy and Engineman Childers in charge, consisted at
the time of the accidert of 27 ioaded and 15 empty cars and a
caboose. This train departed from South Joliet, 14 miles ncrth
of Vilmington, &t 7:15 a. m., acccerding to the train shest, 20
minutes late. At Elwood, 5.7 miles north of Wllmington and the
last open of fice, the crew rcceived copies of train order No.
16, Form 19, previocusly quoted. This %rsin departed from ‘
Elwood at 7:55 a. m., 40 mirutes late, stopped ot Prairie Creek
Spur, abcut 2.46 nriles north of Wilwmington, at 2:C3 a. m., ac-
cording to statem:znts of the crewv, wncre switching sirvice vas
performed, departed about %$:10 a. m., vassed signal 91, waich
displayed approach, vassed signal ©3, which displayed stop-and-



proceed, and vihile movirg a%t a cpeed varlously estimated as 4
r 5 milegs ver hour it collided with No. 14.

Engine 2977 was derailed tc the rignht, stopped on the road-
bed ard leaned %o the rignt &t an anglie of &C degrees. The
smokebex, the pilot beam and tne front-end engine frame were
broksn; the engine truck was demolished. The tender cistern
stopped on tor cf tne first car, which vas destroyed. Both
rails vere cverturned und:r engine 5223, which was derailed but
stopred uprignt on the rcadbed. The smoxebox was crushed and
the front-end deck casting was broken. The frent truck of the
first car was derailed. The front ccurler c¢f the first car and
the front and the rear courlers cf the second and tnird cars
were broken. The center-sills of the third car were bucxled.

2 the conductcr of No. 14, and
nd the flsgman cf JNo. 103.

V

The employees injfured
the englincman, the flreman

=
to]

m

h

Summary of Evidence
Inginemaa Brewer, of Nc,

14, stated that at Blocmington a
terminal air-brake test was mad
T
t

¢, a running test was made after
e brakes functioned propzrly en
rcute. Befcre hie train departed from Bloomingten the conductor
and he coamparcd time; the variaticn was © seconds. At Eraldwoed
he recelved train order No., 12 ané the firemea and ne read the
order and understcod that, in wccordance with the preovision that
Neo 14 must wait at the crossover at Wilmington until 8:20 a. m.,
his train wes required to wait clear of the fouling point at

the crossover at Wilmington until 8:20 a. m. unless No. 103 was
into clear on the siding. As his train was aporoacning Wil-
mington, signale 94 and 92 disnlsyed approech for his train.

At each eignal he forestalled an automatic application of the
brakes. Because of the aprroach indicatione ar thought that

Nc. 108 vas cyproaching Wilmington. The train-order cignal at
Wilmington displayed stop for nie train and the cpcrator de-
livered a clearsance card beering information tnat the train-
order signal wac at ctop for No. 14 tc walt a%t the crossover
until 8:20 a. m. for Nc. 10Z. The englneman snid that his traln
valted at the station until the time cpecified had expired and
then departed about 8:21 a. m. As nis ftrain was approaching

the polint wherc the accident occurred ths speed was about 10
miles per hour. The first he knew of anything belng wrong was
when the fireman informed him that he heard thne sound of a
whistle. The engineman immediately moved the brake vealve To
emergency position hut the distance was tco short to avert the
collision. Eecausc of the curve to the left nc éid not see

Ne. 103 until that train wae about € car lengths distant. His
train was practically cstopped at tne time of tne collision,
which occurred abcut £€:22 a. m.

the ftrain i1eft that point and



Fireman Smith, of Nc. 14, =ststed that the engineman and he
read %“rain order No. 1€. The fireran understocd that his train
vas required not to pess the fouling point cf the crossover at
Wilmington tefore 8:20 a. m. dnless YNo. 103 was in the clear on
the eicing. Siznals ©4 and S2 displayed arproach for his Ttralr
arnd he called tre indications %o tane engineman, whc responded.
The Tireman understood tnat No. 103 was ia the cverlap circult
but ae not certain that No. 103 would proceed to Wilmington to
nter the siding eince tnere was oa: other poiznt north of Wil-
nlng cn in the same circuilt where No. 103 could clear. At
Wilmington his train vaited at ths station untll 8:20 a. m. As
his train was approachine the noint wherz the accident occurrsed
thie speed was about 15 mileg per hour and he was maintalining a
locxout ahegd. The Tiret re vpew of anyihing belng wrong vas

when he neard an enzine whistle teliag sounded, and Shen he saw
No. 10Z arproaching. Because c¢f the cut and tup track curva-
ture his view of thco arproschine train was restricted. He
wvarncd the engineuman, vho immeflately avplled the air brakes in
+ .
L <

emergency but 1t was too la o avert the accident, which
cccurred immediately aftervard. His train vas practlcally
stopped vhen trhe ac~zident cccurred.

Conductor Cecborn, of Ne. 14, cstatzd that at Bloomington a
terminal alr-brake tegt was made and the trskes functioned
properly en rcute. Vvhen he ccomparcd his wateh wlta the stand-
ard clock at Zlccaingtor he fTound wnst his watch was & seconds
slovi. He read train ordcr No. 158 ond understoed that nis train
was required not to pass the Touling pcint of the crossover at
Wilmington before 8:20 a. m. unless Nc. 103 was in the clear on
the siding. He observed from the coach vestibule that signal

92 disnlryed ¢vrproach for his train. At Wilnington he received
a copy of a clearance card, which contained infermation that No.
14 would wvait at the crossover until 8:20 a. m. for No. 10C.

The station work was completad about 2:18 a. m. but his train
did not depart until £:20:50 a. m. As his traln was approaching
the point where the accident occurred the specd was about 20
miles per hour. The first heo knew of anything belng wrong was
when a heavy application of %hc brakes reduced tne specd consid-
erably. His train was practically stopped when the accident
occurred. The weather was clcar at ths time cf the accildent,
whilch occurred abcut 8:23 a. m.

Flagman Glaser, of Nc. 14, corroborated the statement of
his conductor. .

Fireman Welchuan, cf No. 1C3, stated thaf befere his train
departed frowm South Joliet the engireman and he compared time
and tne variation between watches was 10 seconds. At Elwoed a
copy of train order No. 16 was receilved. The fireman read the
order and understocd that if his train proceeded to Wilmington



i3 vas required to be clear cf *the main track at 8:15 a. m.
He remarksd tc the engineman that maximum effcecrt would be re
auired for lic. 10Z to proceed to Wilmington and clear No. 14
es required. The fireman said that a“ter he read tns order he
did nct Jock at nis wetch agein until after %tne zcclient oc-
currsd. At Frairie Treek one car was set cut an@ two other
were acded To the train. icnal ©3 dieplaryed approach for hls
train and the englineman forestalled an autometic applicaticn
of tne brakes, then refuced spezé to about 15 miles ver hour.
Signal ©1 displayed cstopr-anc-proceed snd “he engineman Tore-
stalled and reduvced speed tco about £ wiles per hour. The fire-
man uridersicod that 1t 1s vermlssible for a train to pass a
stop-and-wrccezd indicaticn without etcpolng and tc proceed
unéer contrel o tne cicding where aa crposing train is to be
met. The first e knev cf anything being vrong was when he ob-
served No. 14 a%out seven or elg . : ?tn lietant. At tnat
Time the smeed vee abcut 42 or O wile= ver rour and the engine-
man Jlaced the br pcoitlon and nlaced the
~d mctien, out the dils-
sccifdent. Thne Tireman said
and he Jjumped from the engine
Ue understood that the
lc the time of an opposing
£, aad tnat when an in-
i
ne
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Front Erakemen Jepsen, of Nc. 1023, ststed that he did not
ccmpare als wateh with that of any cther member of the crew or
witn the standard clock bafcre hiec train departed from South
Joliet. At Elwocd he read traln order No. 18. In hie cpinien
Nc. 103 was not required to bz in tne clear at Wilmington before
£:20 o. m. His traln departed frox Przirie Creek at €:10 a. m.
and as it was approaching ths point where the accident cccurred
he was 1n the rizght gangway maintaining o lockout ahead. EKe
cbscrved thot 1t wag £:18 a. m. and then hc coscrved Nec. 14
approaching at & short distance. The cecllicion occurred soon
afterward. ke did not Ziscuss the oroviegions of train crder No.
16 with either tre zngineman cr tne fireman. The trakeman vas
last examined on operating rules in 1841.

Middle Erakenan Flener, of kc. 10Z, stated that before his
train departed rror South Joliet he falled %o compare his watcn
with the standard clociz. At Frairie CreexX he read trein order
No. 16, which had becn received &t Elwood. He understood that



if his train prcceeded teo Wilmington to clear for No. 14, 1%

vas not requirec to be inte clear hefore £€:20 a. m. His train
departed from Prairie Creek at £€:10 a. m. and the engineman re-.
mar<ed Taat sufficient time remained to nr ccpoa te Wilmington

and %o clear for No. 14. Ac nis %train was aprrcaciaing the
voint wiasre the accicdent cccurred the »rakeman vas in the cab

of the ergine. The froat brakeman cslled a warning and Brake-

man Flener jumped off the engine abcocut thres car lengths from

ae pcint of the collision. He was lasht exanired on operating
rulec in 1940,

Conductor Conroy, of No. 103, stated that btefore his train
departed from Scutn Jcliset g2 ccmpered nis watch with the stand-
ard clock and his wetch vas lO zzceonds elew. He 21d not compare
watches witnh the cnginemen, nor did e converse with him con-
cernine the vyerk te be nerformed. The frent brakeman delivered
the clearance and the frain consict tc the engineman. At Soutn
Joliet a terminal alr-brsks teet was cenducted vy the car in-
spectcre, wno renorted the brakes tc me functiconing ovroperly.

At Elwood the cenductcr recsivel a copy of trsin order No. 16.
za nis cpinior if his train proceeded to Wilmirgton to clear

{.
r(

Tor No.o 24, 1t was nct reguired te be clear of the maln ftrack
before £:20 a. m. His train cdenarted frcm Prairie Creck at 8:10

v

v}

a. m., at which %ime the brake-pipe prcessure was 70 vounds. He
was not elarmed that his train would fall to bte into clear on
the eiding at Wilmington tv 8:20 a. m. He saild that 1t 1s
custemary for an inferior train Yo clear an opvosing superilor
train at the time spvecified but nect 5 minutes prlor to the speci-
ficd time. In tnis i1astsnce Lis train would not have had suf-
ficient tiws> to procszd ggainet Yo. 103 if it was required to be
clear 5 minutes prior toc the time speczivied. He expressed the
opinion that trair crder No. 15 provideld rrotection ageinst No.
"

14 until £2:20C a. m. and it wes not necesecary tc »rovide flag pro-
tection before 23:20 a. m. As his train was spgroaching tne
pcint vhere the accident cccurrod the cvecd wes abcut 4 miles

per hour and 4Ze was in the bcese. The first hz knew c¢f any-
taing Dbeing wrong was when ne felt an e¢mercsency application of
the brakes and the cecllicion occurred immedisztely efterward at
8:18 a. m.

The statement of Flagman Lambert sdded notnlng of importance.

Because cf injuries custsined by Engineman Crilders, of No..
103, aes & result of tne accident, & statemsnt could not be ocb-

1

tained frowm nim at the time cf the invcstigation.

Operator Stene, at Wilminestorn, stated that he copied trailn
order Ne. 17, which was addressed to the operator. He displayed
his ftrain-order ecignal et s%cp and wnen No. 14 arrived at §:183
£. m. he delivered copies of a clearance card, which contained
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the same information as order No. 18, to the crew; hovever,
since 1t 1s not customary to deliver tc crews coples cf orders
addressed tc the cperateor he did not do so in this instance.
According to the clock in the station, No. 14 departed at
8:20:10 a.m.

Dispatcher Denman stated that usually ne iscues an order
establishing a meeting point between llos. 14 and 1038. In the
instance involved he expected Mc. 107 to be delayed by a pre-
cedinz extra traln and, therefcre, he issued train order No. 16,
which restricted the schecdule time of No. 14 at Wilmiagton Dby
10 minutes. The usual running time cf No. 103 between Pralrie
Creek and Wilmingtcen is € or 10 minutes. EHe expected that No.
103 would clesar for Nec. 14 either at Stone Siding or Porter Sid-
ing, 5.05 and 2 miles, resvectively, north of Wilmington, but
Neo. 103 could have proceeded to Wilmington and then returned to
Prairie Creek to perform work aftcr No. 14 had departed

Fules Exeminer Burdette stated that at a meeting pcint be-
tween trains cof different clasces the inferior train must tc in
the clear & minutes befere the supcrler train is due to leave
tnat point; if the infericr train fails to clear an opposing
supericr train 5 minutes in edvance of ite leaving time the in-
ferlor train must preovide flag protection. According to the
prcvisions of train order No. 12, No. 103 was required tc be
clear at the crosscver at Wilmingten not later than 8:15 a. m.,
and No. 14 wgs required to walt at the crescsover until 6:20 a. m.
unlecss Ho. 103 vas 1n the clear on the siding.

Discussicn

According toc the ecvidence, the crew of No. 14, a first-class
train, and the crew of No. 10Z%, & third-class train, held copiles
of a train order which required Nec. 14 fto walt at tne crossover
in the siding at Wilmington until 8:20 a. m. fcr No. 103. The
collision occcurred 540 feet beyond the switch where No. 14 was
required to walt. According to the statement of the operator at
Wilmington and the crew of No. 14, No. 14 did not leave the sta-
tion, about 900 feet to the rear of tne fouling voint at the
crossover, until after the walting time nad expired; on the other
hand, two members cf the crew of Nec. 103 stated that the accident
occurred about 2 minutes before the expiration cof the waiting
time.

Ne. 103 was procecding to Wilmingten to clear for No. 14 ]
and, under the rules, was required to be into clear at Wilmington
not later than 8:15 a. m., or tc furnish flag protection after
that time. No attempt was made to comply with these requirements
of the rules. Although he vas an employee of long expserience,
the conductor of No. 103 saild his train was not required to be
clear of the main track at Wilmirgton befcre 8:20 a. m., that it
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It is found that this accideat was caused by failure to obey
n avtomatic vlock-signal indicetion, failure pronerly tc control
1e speed of a ftrain after forecstalliing oreration of an automatic
in-s%op device, and failure of an inferior train to clear the
ne of an oproeing superior train end then tc furnish fiag vpro-
s

Recommendaticn

It 15 reccmmended thet *the Alton Rallroad Company teke nec—
ssary measures to insure tnet its operating rules and its in-
structions concerning tae use cf She forestalling Gevice cf the
autcmatic train-stov systemr are progerly enforced and observed,

and advise the Ccmmiseion zccerdingly.

Dflted av Washin ton L. L. this twﬁ"‘ﬁty— irst
[ ’ b
day [oh1 AdRUSt, 1941.

e

By the Ccmmission, Commuliscicner FPatierson.

(SEAL)



